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PASSIVE RESTRAINT CONTROL SYSTEM 
FOR VEHICLES 

FIELD OF THE INVENTION 

The present Invention relates to controls for determining 
deployment of passive restraints in passenger vehicles and 
more particularly relates to distinguishing different types 
and severities of impact events to improve passive restraint 
deployment decisions. 

BACKGROUND OF THE INVENTION 

For vehicles that include passive restraint systems, it is 
important to be able to determine When an impact event is 
serious enough to Warrant deployment of one or more of 
these passive restraints in order to protect the vehicle 
occupants. These may take the form of front airbags, side 
airbags, seat belt pretensioners, etc. Likewise it is also 
important to determine When an impact event does not 
Warrant deployment to avoid unnecessary use of the passive 
restraints, in order to avoid replacement expenses or risks to 
the vehicle occupants. Additionally, the deployment deci 
sion must be accomplished a very short time after vehicle 
impact. This is preferably accomplished While minimiZing 
the expense of the system. 

One current system for determining vehicle impacts 
involves the use of a single point acceleration sensor con 
nected to a central processor that evaluates the acceleration 
signal. It is more cost effective than other types of impact 
sensing in that it generally only requires one sensor, but it 
must infer the type and severity of impact being detected in 
order to accurately and quickly make a deployment decision 
for the passive restraints. The manipulation and calculations 
made With the acceleration signal then, are key to an 
accurate deployment decision early in an impact event. 

In many applications of the single accelerometer type of 
system, then, an approach is employed Where the integral or 
energy contribution in a velocity change based calculation is 
the basis for the actuation decision. Since the energy con 
tribution is largely determined by the loW frequency portion 
of an acceleration signal, the high frequencies are ?ltered out 
and ignored. This type of strategy, hoWever, While being able 
to determine the severity of the impact, Will make deploy 
ment decision Without distinguishing very Well betWeen 
different types of impacts, Which may have different deploy 
ment decisions for different levels of energy involved in the 
impact, given the short time frame in Which the decision 
must be made. 

It is thus desirable to be able to employ an accelerometer 
based impact detection and passive restraint deployment 
system With improved accuracy in the deployment decision. 

Also, When one is adapting the particular sensing system 
for a neW vehicle it is preferable to minimiZe development 
time and expense by being able to employ non-destructive 
testing to determine the deployment thresholds for various 
types of vehicle impacts. 

SUMMARY OF THE INVENTION 

In its embodiments, the present invention contemplates a 
method of determining passive restraint deployment for a 
vehicle having an accelerometer mounted therein compris 
ing the steps of: generating an acceleration signal from the 
accelerometer; high pass ?ltering the acceleration signal into 
an impact mode signal in a high frequency range; loW pass 
?ltering the acceleration signal into an impact severity signal 
in a loW frequency range; comparing the impact mode signal 
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2 
to a predetermined impact mode threshold; comparing the 
impact severity signal to a predetermined impact severity 
threshold; and sending a deployment signal if both the 
impact mode threshold and the impact severity threshold are 
exceeded. 
The present invention further contemplates a system for 

determining the deployment of passive restraints on a 
vehicle having a single point impact sensor. The system 
includes an accelerometer mounted Within the vehicle for 
producing an acceleration signal, a high pass ?lter for 
receiving and ?ltering the acceleration signal to produce an 
impact mode signal, and a loW pass ?lter for receiving and 
?ltering the acceleration signal to produce an impact sever 
ity signal. The system also includes ?rst means for receiving 
the impact mode signal and determining the impact mode, 
second means for receiving the impact severity signal and 
determining the impact severity, and deployment means for 
making a deployment decision based on the impact mode 
and the impact severity. 

Accordingly, an object of the present invention is to 
decompose an accelerometer signal into loW and high 
frequencies, using the high frequency portion of the signal 
to identify the impact mode and location, and the loW 
frequency portion of the signal to identify the impact 
severity, then taking both into account When making a 
deployment decision. 
An advantage of the present invention is that a more 

accurate determination can be made as to passive restraint 
actuation by taking into account the impact mode and 
location When comparing the impact severity determination 
to a passive restraint actuation threshold. 

A further advantage of the present invention is that an 
accurate deployment decision can be made While maintain 
ing minimum expense and complexity in the sensing and 
deployment system. 

Another advantage of the present invention is that the 
impact sensing system can be developed for a particular 
model of vehicle With non-destructive testing, thus reducing 
the time and expense needed to adapt the system to a neW 
vehicle. 

BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 is a schematic plan vieW of a vehicle in accordance 
With the present invention; 

FIG. 2 is a schematic vieW of the electronics of the present 
invention; 

FIG. 3 is a How chart for the process of the present 
invention; 

FIG. 4 is an example of a high frequency portion of an 
acceleration signal for a rigid barrier impact event; and 

FIG. 5 is an example of a high frequency portion of an 
acceleration signal for a center pole impact event. 

DETAILED DESCRIPTION OF THE 
PREFERRED EMBODIMENTS 

FIG. 1 illustrates a vehicle 20 including a passenger 
compartment 22 having front 24 and rear 26 seats therein. 
Each of the seats includes a seat belt 28. In front of the front 
seats 24 are front airbags 30 and adjacent the sides of the 
front 24 and rear 26 seats are side airbags 32. Also, seat belt 
pretensioners 34 engage the seat belts. While three different 
types of passive restraint devices, i.e., front airbags 30, side 
airbags 32 and seat belt pretensioners 34, are illustrated 
herein, there may only be one or tWo of these types of 
passive restraints on a given vehicle. The present invention 
is able to be applied to any of these passive restraints. 
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Also mounted Within the vehicle is a restraints control 
module 38 and at least one accelerometer 40. The acceler 
ometer 40 may be a dual axis accelerometer, as is illustrated, 
or one or more single aXis accelerometers, depending upon 
the particular passive restraints employed in the particular 
vehicle. The dual aXis accelerometer 40 includes the capa 
bility to sense longitudinal (fore-aft) acceleration of the 
vehicle for frontal impact situations and supply a signal 
indicating such to the restraints control module 38, and the 
capability to sense side-to-side acceleration of the vehicle 
for side impact situations and supply a different signal 
indicating such to the restraints control module 38. In any 
event, the accelerometer 40 Will supply a signal indicative of 
the acceleration of the vehicle, so for purposes of the 
folloWing discussion, longitudinal acceleration and frontal 
impact events Will be discussed, although this is equally 
applicable to side impact situations. 

FIG. 2 illustrates a schematic diagram of the electronics 
involved in discrimination of impact events and passive 
restraints deployment decisions. The accelerometer 40 is 
electrically connected to an input port 42 in the restraints 
control module 38. The input port 42 connects to a loW pass 
?lter 44 and a high pass ?lter 46 in parallel. The ?lters 44 
and 46 may be analog ?lters, or may be digital ?lters in 
Which case an analog to digital converter Will convert the 
accelerometer signal prior to entering the ?lters. 

Both ?lters 44, 46 are connected to a microcomputer 
portion 48 of the restraints control module 38 constituted in 
a conventional manner, including a central processing unit 
50, read only memory 52, random access memory 54, and an 
output port 56, all connected through a common bus. The 
output port 56 is connected to passive restraints deployment 
sWitches 58, Which are in turn connected to the passive 
restraints, namely, front airbags 30, side airbags 32, and seat 
belt pretentioners 34. 

FIG. 3 is a How chart of the process for determining 
deployment, illustrating eXample signals for the front of a 
vehicle impacting a ?Xed barrier. The accelerometer pro 
duces an acceleration signal, block 70. The vertical aXis in 
this block represents measured acceleration values and the 
horiZontal aXis represents time from impact. The accelera 
tion signal is then decomposed in real time, block 72. This 
results in a high frequency signal, block 74, and a loW 
frequency signal, block 76. The high frequency signal is, for 
eXample, above about 100 hertZ, and the loW frequency 
signal is, for eXample, beloW about 100 hertZ, although this 
may vary for the particular vehicle in Which the present 
invention is employed. 
By separating the signal into these tWo components, 

manipulation of the original signal is alloWed that Will 
produce more information about the impact itself. The signal 
produced by the accelerometer contains tWo kinds of Wave 
characteristics. The Wave characteristics from the high fre 
quency portion result from an elastic shock Wave emanating 
from the impact location. By determining the arrival time of 
this portion of the signal at the sensor location, in addition 
to the shape of the Wave, one can determine the mode and 
location of the impact event. This portion of the signal from 
the accelerometer, then, is important, even though it is a poor 
indicator of the energy involved With the impact. 
On the other hand, the loW frequency portion of the 

acceleration signal produces a signal resulting from an 
inelastic Wave. This portion of the signal can be integrated 
to produce a velocity change based calculation, indicating 
the permanent damage to the vehicle as a result of the energy 
involved in the impact. This portion of the acceleration 
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4 
signal, then, Will give a very good indication as to the 
severity of the impact event. 

Consequently, as is shoWn in FIG. 3, the high frequency 
signal is then interpreted through an impact mode check, 
block 78, by comparing features of the high frequency signal 
to high frequency features associated With knoWn modes of 
impact. These modes may be a pole impact, a rigid barrier 
impact, an offset impact into a rigid barrier, a car-to-car 
impact, etc. 
The loW frequency signal is also interpreted, through an 

impact severity check, block 80, Which Will determine the 
amount of energy associated With the impact, regardless of 
the mode of the impact. The results of the impact mode 
check and the impact severity check are then employed to 
make a passive restraint deployment decision, block 82. 
The deployment decision Will take into account both sets 

of information. For eXample, one Way to account for both 
sets of information is that one determines the impact :ode 
and uses this to adjust the impact severity threshold. By 
knoWing the impact mode, then a particular energy threshold 
for that mode Will be compared to the energy calculated 
from the impact severity check. If the threshold for that 
impact mode is exceeded, then a passive restraint actuation 
signal Will be sent. In this Way, different impact modes Will 
have different thresholds for energy levels, alloWing for an 
improved actuation decision, While still making the decision 
in a minimal amount of time. The information concerning 
the impact mode and impact severity can also be combined 
in other Ways, if so desired, to make a deployment decision. 

FIGS. 4 and 5 illustrate tWo eXamples of high frequency 
portions of accelerometer signals for different vehicle 
impact modes. FIG. 4 is a signal 90 from an eight mile per 
hour frontal impact of a passenger car into a rigid barrier, 
While FIG. 5 is a signal 92 from a seventeen mile per hour 
frontal impact of the front-center of a passenger car into a 
pole. One Will note the signi?cant differences in the ampli 
tudes of the high frequency signals. Also, one Will note in 
FIG. 4 the arrival time for the elastic portion of the signal to 
reach the sensor location, indicated by an arroWhead 94. 

These differences betWeen various impact modes can be 
identi?ed, even if the loW frequency signal Were to indicate 
similar energy absorption early in the impact event, thus 
improving the actuation decision. 

Another advantage of the present invention is that, by 
employing these particular separate signals for deployment 
decisions, non-destructive testing is possible for adapting 
the system to a neW model of vehicle, While still maintaining 
good accuracy in the deployment decisions. 

For the high frequency, elastic shock Wave portion of the 
acceleration signal, the sensor system can be calibrated for 
a particular model of vehicle by a non-destructive hammer 
test. This is done by impacting a vehicle at a given location 
With a bunt object and measuring the time for the Wave to 
reach the sensor as Well as the amplitudes of the initial pulse. 
One can then calibrate the softWare in the control module to 
recogniZe the signal for that location. The blunt object 
impact can be small enough to avoid permanent damage to 
the impact location. Further, the loW frequency thresholds 
may be determined With computer aided engineering impact 
simulations on computer models of the particular model of 
vehicle to estimate energy levels. Computer simulation can 
be used since only impact severity needs to be determined 
and not greater details as to the character of the signal, since 
this is accomplished by the high frequency signal. 

While certain embodiments of the present invention have 
been described in detail, those familiar With the art to Which 
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this invention relates Will recognize various alternative 
designs and embodiments for practicing the invention as 
de?ned by the following claims. 
We claim: 
1. A method of determining passive restraint deployment 

for a vehicle having an accelerometer mounted therein 
comprising the steps of: 

generating an acceleration signal from the accelerometer; 
feeding the acceleration signal through a high pass ?lter 

to create an impact mode signal in a high frequency 
range; 

feeding the acceleration signal through a loW pass ?lter in 
parallel With the high pass ?lter to create an impact 
severity signal in a loW frequency range; 

comparing the impact mode signal to a predetermined 
impact mode threshold; 

comparing the impact severity signal to a predetermined 
impact severity threshold; and 

sending a deployment signal only if both the impact mode 
threshold and the impact severity threshold are 
exceeded. 

2. The method of claim 1 Wherein the high frequency 
range is generally above 100 hertZ. 

3. The method of claim 2 Wherein the loW frequency range 
is generally beloW 100 hertZ. 

4. The method of claim 1 Wherein the loW frequency range 
is generally beloW 100 hertZ. 

5. The method of claim 1 further including the step of 
determining a type of impact by comparing features of the 
impact mode signal to high frequency features associated 
With a plurality of knoWn types of impacts, prior to the step 
of comparing the impact mode signal to a predetermined 
impact mode threshold. 

6. The method of claim 5 further including the step of 
determining a location of impact on the vehicle from the 
impact mode signal, prior to the step of comparing the 
impact mode signal to a predetermined impact mode thresh 
old. 

7. The method of claim 1 further including the step of 
determining a location of impact on the vehicle from the 
impact mode signal, prior to the step of comparing the 
impact mode signal to a predetermined impact mode thresh 
old. 

8. The method of claim 1 Wherein the step of comparing 
the impact severity signal includes integrating the impact 
severity signal offer a predetermined time interval to pro 
duce a velocity change signal, and comparing the velocity 
change signal to the predetermined impact severity thresh 
old. 

9. A method of determining passive restraint deployment 
for a vehicle having an accelerometer mounted therein 
comprising the steps of: generating an acceleration signal 
from the accelerometer; 

feeding the acceleration signal through a high pass ?lter 
to create an impact mode signal in a high frequency 
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range; feeding the acceleration signal through a loW 
pass ?lter in parallel With the high pass ?lter to create 
an impact severity signal in a loW frequency range; 

creating a predetermined impact severity threshold; 
adjusting the impact severity threshold based upon the 

impact mode signal; 
comparing the impact severity signal to the adjusted 

impact severity threshold; and 
sending a deployment signal if the impact severity signal 

exceeds the adjusted impact severity threshold. 
10. The method of claim 9 Wherein the high frequency 

range is generally above 100 hertZ. 
11. The method of claim 9 Wherein the loW frequency 

range is generally beloW 100 hertZ. 
12. The method of claim 9 further including the step of 

determining a type of impact from the impact mode signal, 
prior to the step of adjusting the impact severity threshold. 

13. The method of claim 9 further including the step of 
determining a location of impact on the vehicle from the 
impact mode signal, prior to the step of adjusting the impact 
severity threshold. 

14. The method of claim 9 Wherein the step of comparing 
the impact severity signal includes integrating the impact 
severity signal over a predetermined time interval to produce 
a velocity change signal, and comparing the velocity change 
signal to the adjust ed impact severity threshold. 

15. A system for determining the deployment of passive 
restraints on a vehicle having a single point impact sensor 
comprising: 

an accelerometer mounted Within the vehicle for produc 
ing an acceleration signal; 

a high pass ?lter for receiving and ?ltering the accelera 
tion signal to produce an impact mode signal; 

a loW pass ?lter in parallel With the high pass ?lter for 
receiving and ?ltering the acceleration signal to pro 
duce an impact severity signal; and 

a microcomputer operative to receive the impact mode 
signal and distinguish betWeen at least tWo different 
impact modes, receive the impact severity signal and 
determine an impact severity being experienced by the 
vehicle, and make a deployment decision based on the 
impact mode and the impact severity. 

16. The system of claim 15 further including a front 
airbag, and ?rst sWitch means, connected betWeen the 
deployment means and the front airbag, for actuating the 
front airbag When the deployment means indicates a positive 
deployment decision. 

17. The system of claim 15 Wherein the high pass ?lter is 
tuned to eliminate signal frequencies beloW about 100 hertZ. 

18. The system of claim 15 Wherein the loW pass ?lter is 
tuned to eliminate signal frequencies above about 100 hertZ. 

* * * * * 


